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NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS
ADVANCE RESTRICTED REPORT 
THE EFFECT OF EXHAUST-STACK SHAPE ON THE 
DESIGN AND PERFORMANCE OF THE INDIVIDUAL 
CYLINDER EXHAUST-GAS JET-PROPULSION SYSTEM 
By L. Richard Turner and Leroy V. Humble 
SUMMARY 
Tests were made on a single-cylinder, air-cooled 
engine to determine the effect of several different 
exhaust-stack shapes on the design and performance of 
the individual cylinder exhaust-gas jet-propulsion system. 
The results of the investigation indicate that the 
presence of smooth bends in the exhaust stack or an in-
crease in length up to approximately 4 feet have a very 
small effect on the total performance obtainable at a 
given sot of operating conditions. Tests with a straight 
stack 9 feet in length indicate that there is' a limiting 
value of exhaust-stack, length .beond which the effect on 
engine power is appreciable. 
Curve-s'-are g-i-v.en - for use in designing nozzles for 
various exhaust-stack shaps and fo pr'ed-ict'i-n-g-the--galn -- 	 ----
in thrust horsepower that may be expected at various 
operating conditions.
INTRODUCTION 
In reference 1 there was developed a method of deter- 
mining the effect of exhaust-stack discharge area on engine 
power and exhaust-gas jet thrust. Curves are given for 
designing exhaust-stack nozzles and for 'predicting the jet 
thrust obtainable at various operating conditions. It was 
found that a considerable gain in thrust horsepower could be 
obtained by the utilization of exhaust-gas jet thrust. The 
tests were made on a sin gl e-c ylinder engine with a single 
straight exhaust stack-25 inches in length.
2.In actual installations it is seldom possible to use 
straight stacks, and various bends must be introduced into 
the 'exhaust system. The exhaust-stack length will also 
vary with different installations. 
This report presents the results of tests of an 
1820-G. single-cylinder engine to determine the effects 
of nozzle area and stack shape on engine power and ex-
haust-gas jet thrust,, The considerable amount of data 
obtained has been condensed into relatively few curves 
for use in designing nozzles for various stack shapes 
and for predicting the gain in thrust horsepower to be 
expected at various operating conditions. 
The tests were made at the Langley Memorial Aero-
nautical Laboratory during the period from June to Decem-
ber 1941,
ANALYSIS 
Method of Determining the Effect of Nozzle Area

on Exhaust-Gas 'Jet Thrust and Engine Power 
It is shown in reference 1 that the thr.st produced 
by the discharge of exhaust gas from a short straight stack 
may be represented by a single curve regardless of vari-ation 
in nozzle discharge area or engine conditions if P/M 0 is 
plotted against p 0A/M 0 0 The quantity F/M 0 is the moan 
exhaust-gas jet velocity and is designated 70 . Thus 
P/Me	 ±'(PoA/Me)
	
(1) 
where 
F	 average exhaust-gas jet thrust, pounds 
M e	 average mass rate of flow of exhaust gas, slugs per 
second 
p 0	 atmospheric pressure, poinds per square foot 
A	 exhaust-nozzle area, square feet
3 
In the case of exhaust systems of such shape that 
resonance effects are apreciablo, factors not uniquely 
dependent on p 0 A/M 0
 may ba expected to be important in 
determining V. In the case of stacks free of resonance 
effects, some difference in the variation of Ve with 
p 0A/M	 may be expected when the exhaust-stack shape is 
sufficiently changed. For example, the discharge process 
from exhaust stacks will tend to be slowed down by an 
increase in stack volume with a conseauent reduction in V. 
The effect of nozzle area on engine power is shown in 
reference 1 in the following manner; 
The ratio of indicated mean effective pressure to in- 
let manifold pressure is used as a measure of engine power. 
This ratio	 is a function of p 0 /pu , va n/A, and engine
speed. 
Thus
- une -
	
(Po van 
- 
-i;; •	 —j— fl)	 (2) 
where 
imep	 indicated mean effective pressure, pounds per square 
foot 
p	 intake manifold pr3ssure, pounds per square foot 
Vd 	 displacement volume of engine, cubic foot 
n	 engine speed, revolutions per second 
It is convenient to represent the loss in engine 
power resulting from restriction of the exhaust-stack exit 
area by the quantity A. Thus. 
AØ	
-
	
(3) 
where 0 is for a given nozzle area at a given engine 
speed, intake manifold pressure and temperature, and at-
mospheric pressure, and 00 is for the same stack at the 
same operating Conditions but with no nozzle restriction. 
The quantity AP is principally a function of Po/pr and 
Vdfl/Au
4Method of Determining the Effect of Nozzle 
Area and Stack Shape on Total Performance 
The total thrust horsepower when exhaust—gas jet 
thrust is utilized is given by the relation 
+ e Ve V	 (4) 
550 
w,her C
total thrust horsepower 
P	 brake horsepower of -engine 
flp	 propeller efficiency 
V	 airplane velocity, feet per second 
In the region where reduction in nozzle area causes 
a loss in engine power, the not gin in thrust power is 
given by AFT where
(5) 
550 
where P 0 is the brake horsepower obtained from the en-
gine with the unrestricted. stacks and P is the value 
with the constricted. nozzle. 
Since P and P 0 each apply for the same engine 
speed, manifold pressure, manifold temperature, and atmos-
pheric pressure the mechanical friction is the same for 
€ach case and, except for variations in supercharger power, 
F—P 0 can be replaced by I—I o where I and 10 are the 
indicated horsepowers corresponding to P and P 0 , respec-
tively. But
imep Vd. n	 Pm Vd 
2x550	 2x550 
Thus
= m V ; fl 
2 x 550
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and Me is given by the relation 
PmVdfl 
=	 (1 + f) Me	
2RTm 
where 
f	 fuel-air ratio 
In v	
volumetric efficiency of the engine 
TM	 intake manifold. temperature, 0 p absolute 
R	 gas constant for air, foot-pounds per slug 
If	 LO, is defined by the relation 
2 x 550
Pm1Td11Tp 
equation (5) becomes
(1+f) 
+
	
	
vVe	 (6) 
R Tm 
- __Th qatity	 can be considered as a net increase
in the mean effective presrbfteengi-nedivid.ed-by-
the intake manifold pressure on the assumption that the 
(l+f-
 
 jet thrust power, represented by	 ii Ve - ), 15 
credited to the engine power. 
IfLOT is considered to be due to an effective 
mean exhaust-gas jet velocity (Ve)eff, it becomes 
1+fV - 
LOT = R T	
- (Ve)eff	 (7) 
m 
Substituting equation (7) in equation (6) and solving for 
(Te)eff gives
RTm Tp 
eeff - (l+f)iv V•	 + e	
(8) 
It has previously been shown that and arc 
functions mainly of Po/m and vdn/A and that Ve is 
a function of p 0A/M. But 
p 0A p0	 A	 2RTm 
Me	 Pm	 vd 
	
-	 X	 X (l+f)flv.	
(9) 
Thus, if	 o'ri and	 are constant, ib and 
and consequently (eeff may be considered functions of 
P0A/Me•
APPARATUS 
Thrust measurements were made with the altitude 
thrust target described in detail in reference 1. The 
only change in this device was the installation of a. 
water spray for cooling the inner tank. 
The equipment for determining the effect of exhaust 
discharge area on engine power was also essentially the 
same as described in reference 1. The only variation 
was the use of several differently shaped exhaust stacks. 
(See fig. 1.) These stacks included (a) an offset or 
S-shape, (b) a 90 0 bend, (c) a 180 0 bend, (d) a short 
straight stack having a closed branch faired into it, 
and two straight stacks, 44 inches and 9 feet in 1eigth. 
Each stack had an inside diameter of 2	 inches and was 
provided with flanges for mounting between the engine and 
the exhaust tank. 
A sketch giving the main dimensions of the stacks is 
shown in figure 2.	 In some cases it was necessary to 
add short extensions to the stack as an aid in changing. 
nozzles. These extensions are shown by dashed lines in 
figure 2. 
The nozzles used in the tests were 5 inches long 
and consisted of a 3-inch tapered section faired. into 1-inch
Vi 
straight sections at each end. One 
its exit end cut in a plane making 
the nozzle axis.	 (See fig. 3.)
nozzle was made with 
an angle of 3Q0 with 
TEST PROCEDURE 
The test procedure for both thrust and power determina-
tions was essentially the same as described in reference 1. 
The following engine conditions were maintained in 
all the tests. The fuel-air ratio was held between 0.079 
and 0.081; the engine speed was held to within ±10 rpm of 
the desired value, the oil-out temperature was held between 
1400 p and 160 0 F; and the cooling-air pressure drop was 
held. between 17 and 20 inches of water. 
Thrust determinations were made with the 180 0
 bend 
and the branched stack. Each stack was tested at engine 
speeds of 1300, 1500, 1700, 1900, and 2100 rpm with sev-
eral different nozzle areas. In general, for each nozzle 
area the engine was operated over the following range of 
conditions: 
(a) Intake manifold pressure constant at 30 inches 
of mercury absolute and thrust target pressures varied from 
12 to 30 inches of mercury absolute. 
(b) Intake manifold pressure varied from 24 to 30 
inches of mercury äbolut-e and thrust -target pressure con-_ 
stant at 30 inches of mercury absolute. 
The weight rate of flow of exhaust gas was determined 
by a calibrated orifice in the air-intake line and a rotam-
eter in the fuel line. 
In addition to the foregoing tests, thrust determina-
tions were made with a 20-inch strai'ht stack and the 
beveled. nozzle. The thrust was first determined with the 
beveled nozzle exit. The beveled portion was then cut 
off so the nozzle exit was normal to its axis, and thrust 
determinations were again made to determine the effect 
of the bevel on thrust. The plane of the beveled nozzle 
was vertical during the tests, and only the axial com-
ponent of the velocity was determined. 
All the stacks were tested for their effect on 'power.
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Each stack, except the 9-foot stack,.-was tested as 'follows: 
With a given nozzle exit area, runs were made at engine 
speeds of 1300, 1500, 1700, 1900, and 2100 rpm. At each 
speed the intake manifold pressure was held at approxi- 
mately 30 inches of mercury absolute and the exhaust tank 
pressure was varied from 12 to 30 inches of mercury ab-
solute in steps of approximately 3 inches of mercury. 
Several different nozzle areas were tested at each engine 
speed.	 - 
The 9-foot stack was tested by holding the ratio 
Po/Pm constant, while the engine speed was varied from 
1300 to 2100 rpm in'stepp of approximately 100 rpm. The 
engine power was determined at each.s.pe'ed. Several nozzle 
areas were tested over the speed range at	 Q/m = 0.4, 
0.7, and 1.0. 
Motoring friction was determined with the unrestricted 
S-shaped stack over the range of engine speeds with sea-
level intake and exhaust pressures. The values obtained 
were found to agree with those for the 25-inch straight 
stack. The friction power as determined for the-25-inch 
straight stack was useu in all cases to obtain the indi-
cated mean effective pressure. 
DISCUSSION OF RESULTS 
The Effect of Nozzle Aroaand. Stack
Shape on Exhaust-Gas Jet Thrust 
Figure 4(a) shows the variation of the exhaust-gas 
jet thrust F/Me as represented by V, with p0A/M0 
for the exhaust stack having a 1800 bend.	 Inspection of 
the figure shows that the data agree, in general, with 
the curve obtained for the 25-inch straight stack in refer-
ence 1. The nozzle with an area of 0.91 square inch is 
seen to give somewhat smaller values of 11e than would be 
expected frpni the curve and other considerations. This 
result is believed to be due to experimental error because 
intermittent afterburning occurred in the thrust tank 
during this run and made an accurate reading of the thrust 
and back pressure difficult. This difficulty was eliminated 
in the other rians by cooling the thrust' target with a water 
spray. Inasmuch as stacks having bends of less than 1800 
may be expected to have correspondingly less effect on
9 
exhaust-gas thrust, it is believed that the curve of 
Ve against poA/ Me for the 25-inch stack may be used 
to predict the thrust obtainable with all single stacks 
having smooth bends 'of various amounts., 
Figure -l-(b) shows. -the variati'on of	 e with 
poA / Me for the branched stack.. The, data do not fit 
the curve for the 25-inch stack bui t.give somewhat smaller 
values of Ve fo-r a given value of p 0A/ M . This 
difference is probably due to the influence of the closed 
branch on the exhaust-discharge process. It is not cer-
tain that the thrust as obtained in ,these tests •will 
apply when both legs of the branch are used, as in a - 
rnulticylind.er installation. The uncertainty is increased. 
if the two legs are connected to 'cylinders with over-
lapping exhaust-valve timing. •, 
Figure #(c) shows the effect of a beveled nozzle exit 
on thrust. Data are given for a straight stack 20 inches 
long and the nozzle with the beveled exit. Corresponding, 
data are also shon for the sames tack and nozzle after 
the beveled portion çi the nozzle had been cut off until 
the exit was normal t q thp nozzle axis. The beveled exit' 
gave slightl r smaller vIue, s of Ve than the normal exit 
for a given value of poA/Me. 
The Effect of Nozzle Area and Stack Shape on 
Over-A-1-1 Pe--r-fo-r-mancé for -the 3-Shape, the
90 0 Bend, and. the 180 0 Bend. 
- -
 
Figures. 5(a), 5(b), and 5(c)' sh'w the optimum values 
of vdn/' plotted. against p 0 /D	 for the S-shape, the 
90° bend  an ' the 180 0 bend, respectively. These values-, 
were obtained by plotting 44T as determined by equation 
(6) against vd.n/A at constant values of	 o'm and 
V/Tip. The values . of- vdn/A corresponding to the maximums 
of curves faired through the data were considered the - 
optimum. They are the values for which the net gain in 
thrust horsepower is a maximum at the given values of 
and V/T. The curves for AØ = 0 represent the 
values of V d. fl /A at which. the engine just begins to lose 
power. They were taken by inspection from the curves of 
LØ againt	 n/A.	 -
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Inspection of figure 5 shows that the optimum value 
of vdn/A,for. a constant value of Po/Pm' increases with 
V; thus, for a given engine andengine speed, the correct 
nozzle area will decrease as V increases. The optimum 
values of vdn/A decrease with the ratio P0/Pm indi-
cating that, in general, the required nozzle area will 
increase with the critical altitude. A comparison of 
figures 5(a), : 5(b) , and 5(c) shows that, for constant 
values of	 and V/, the optimum values of 
vdn/A tend to-decrease as the amount of bend In the stack 
increases. The optimum values for the S-shaped stack fall 
between the values for the 90 0 an the 180 0 bends. This 
variation apparently does not apply for the condition where 
çb = 0, in which case the S-shape4 stack allows slightly 
larger values of van/A than the other two stacks at the 
larger values of 
Figure 6 shows	 eeff as determined by equation 
(8) plotted.aainst PoA/Me at.constant values of 
for two values of v/r. Curves are given for the S-shaped 
bend, the 90 0 bend, and the 180° bend. Those curves were 
computed on the basis of Tm = 540 0 F absolute, f = 0.08, 
and a volumetric efficiency r, at 2100 rpm. Volumetric 
efficiency was deteimined by the relation 
nV = nv + 
where	 .':Wa. the value at 2100 rpm and An, was ob-
tained from the appropriate curves ' of	 against 
v an /A. Values of 'AP were obtained from faired curves 
of	 against vdn/A and V 0 was obtained from the
curve of .V 0 against p,.13,/M;,, for th• 25-inch stack. 
The thrust of the ezhaust-g	 jet as represented by 
the curve of LO = 0 is seen to increase as P0A/Me 
decreases. A 4 eacha1aë of P/Pm and of airplane 
velocity V a value of PA/Me is reached where the 
cue (e)	 bronc -e' fro wn the curve	 = 0	 This
value of p o A7M e Present .. the point where the engine 
Just beirs to J.3e poie for these conditio r s...	 As 
P0A!Me is red-aced
-
 from this alue, .th c1ive (70)0ff 
continues to increase slightly bocause the gain in jet
ii 
thrust power is larcr than the loss in engine power. An 
optimum value of P 0 A/M 0 is finally reached at which 
(Ve)eff is a maximum. As P0 A/ Me decreases beyond this 
p oints the loss in engine power is greater than the gain 
in jet thrust power and (7	 decreases.. dec 0
 Lines faired. 
through the maximum values of
	 eeff are shown for two

values of V/rip. 
Only a small change in the curves for (V e )e i•' f
 is 
effected by a change in airplane speed from 200 to 350 
miles per hour, This percentage change in V is much 
greater than any percentage change in r
	
or T. (from 
the values assumed in the preparation of fig, 6) that 
might be expected in practical op eration, Equation (a) 
shows that a given peiccn tagc change in T.
	
or n V has 
the same.effect on (Ve) 0 ff as an equal change in V; 
thus, normal variations of T
	
or TI v from the values
assumed in preparing figure 6 should have only a small 
effect on the curves of
	 k'e)eff	 Similarly, normal 
changes in fuel-air ratio will have only a small effect 
On	 (V) 
It is noted that, for large values of po /pL,.	 the
curves of (Ve)eff against P 0 A/ M e are relatively flat 
near their maximum values and. the nozzle area may vary 
considerably from its optimum value without greatly 
af-facti-ng- thon.et gaim in thrus t
	 For small values

of p o/ p , (V 0 ) 0ff is more sensitive to hiosin-
 - 
P0 AIM e and the nozzle area is more critical. The per-
centage range of area, however, remains nearly constant 
as P0/Pm varies. 
Figure 5 is convenient for determining the correct 
nozzle area for a given set of conditions. Figure 6 can 
be used to predict the gain in performance to be expected 
from the installation. 
The method, of using the curves is shown by the 
following example. Assume the following conditions: 
Engine displacement volume, cubic inches .....1600 
Number of cylinders
	
................14 
Engine speed, rpm •
	
...............2400 
Brake horsepower	 •................1100 
Atmospheric pressure, inches Hg absolute
	
. . . 13.75
Intake manifold pressure, inches Hg absolute . . 4300 
Propeller efficiency . . . , .. . . . . . . . . . .
	 :.85 
Airplane velocity, miles per hour ........350
12 
	
Then p0/pr. = 13.75/43.0	 0.32. 
If S—shaped stacks are used, the value of vdn/A 
corresponding to maximum performance is 145 (fig. 5(a)). 
The nozzle area per cylinder is given by 
Vd n	 1800	 2400	 144 
Area=g =	
x	 x	 = 2.96 square inches
 6T 	 f46 
If a charge consumption of 2.4 pounds per second is 
assumed, PoA/Me is given by 
-n	
" 9	 1Z'	 2 
	
13.75 X 0.491 X 144 X	 9X	 3750 feet per 
	
14	 2.4	
second 
From figure 6(a) the corresponding value of (T e)is 
2260 feet per second, anl the net cain in thrust horse-
power is given by 
AP Mee)effj	 ---	 x 514 = 157,4 horsepower 
= - 550	 32.2	 550 
This value is 16,84 percent of the engine thrust horsepower. 
On the assumption that the airplane velocity varies as the 
cube root of the thrust horsepower, the increase in
	 V is 
given by 
	
AV = 350 [ 3J71684	 1] = 19 miles per hour 
The thrust horsepower of the jet alone is obtained from 
the curve A0 = 0nd is equal to P LT where 
PT =
	
----- x 2350 X	 163.5 horsepower 
32 550	 .2	 550 
The difference in thrust horsepower, 163.5 - 157.4 = 
6.1, is due to the loss in engine power. 
If the example is com puted on the basis of the value 
Of v4n/A at which the engine begins to lose power, the
13 
requir.ed nozzl.e area is 3.54 square inches per cylinder, 
which is 19.6 percent larger -than the area corresponding 
to maximum performance. The value of AV for this case 
is approximately 18.5 miles per hour. A].though the 
difference in performance with the two nozzle areas is 
slight, an improvement in flame damping Will possibly 
result from tke use of the smaller nozzle area.	 It is
evident from figure 6 that the nozzle area may be re-
duced to a value somewhat below the optimum with only 
a small effect on total performance. 
Figure 7 shows the variation of the effective brake 
specific fuel consumption ( bfe )eff with vdn/A for 
various values of	 o/m• The curves are based on data 
for the S-shaped stack and were computed for an airplane 
velocity of 350 miles per hour and a propeller efficiency 
of 0.85. Values of (bfc)eff were determined by the 
following relation
00 
(bfC)ef. = (ifc)0 
Lb + L 5 0 TJ v0 
where	 is for an engine speed of 2100 rpm and a 
given value of	 o'm' Pbo is the ratio bmep/p rn for 
the same conditions; AO T represents the net gain in 
thrust horsepower at a c iven value of vdn/A;
	
rep- 
resents the correi5bnd 1 	 volum-e-tr-i-c- -ef4-i-cie n.cy; 
is the volumetric efficiency corresponding to 00 and 
and (ifc) 0 is the indicated specific fuel con-
sumption for the unrestricted stack condition. 
The value of (ifc) 0 was taken as 0.495 at P0/Pm = 
1.0, which corresponds to a brake specific fuel consumption 
of 0.55 for the same conditions.	 It was assumed to be con-
stant for all values of Pc/Pm' 
The value of	 was obtained by the relation 
0b 0 = 0 -	 - 
where Ø' is the ' ratio of friction mean effective pressure 
to intake manifold pressure fmep/pm; finep was taken as 0.1
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imep at p0/pm = 1.0; P s is the ratio of supercharger 
mean effective pressure to intake manifold pressure 
srnep/p,	 computed on the basis of full throttle operation. 
In the computation of Os thô adiabatic efficiency was 
taken as 0.65 and the gear efficiency was taken as 0.85. 
The points for AØm	 0 in figure 7 represent the
brake specific fuel consumption when no jet thrust is 
utilized. The points for tio, ,p = maximum represent the 
values of v d fl h Jt corresponding to maximum performance. 
Maximum economy is obtained at the values of vUfl/A 
corresponding to maximum performanee. 
The 900 bend and the 1800 bendwil.1 give approxi 
mately the same gain in economy as the. S-shaped stack 
for a given set of conditions. 
The Effect of Stack Shape and Nozzle Area- on Engine

Power and Volumetric Efficiency forthe S-Shaped,

the 900 Bond, and the .
 1800--Bend-
The variation of
	 and. volumetric offician.cy

with p 0 /pa for various nozzle areas at constant enin.e 
speeds is shown for the S-shaped stack in figures. 8 and 9. 
The cures are similar to those obtained for the 25-inch 
stack (reference i). 
Values of A 0 as obtained from the .faired curve.e..... 
in figure 8 are plotted against vd n/A in figure 10 
for constant values of
	 o'm	 The values of 0 for 
the nozzle having an area of 420--s-quare inches represent 
the unrestricted-stack condition
	 There appears to be 
a smooth transition from the region of no loss in power 
to the region where a loss occurs,
	 In...referen.ce .1 there, 
was found a very sharp transition from no loss in power 
to the region where a loss occurred- and, the data for the 
25-inch stack could be represented by a straight line 
intersecting the AP = 0 line at a value of vdn /A corre-
sponding to the point at which the engine. -just started 
to lose power, This difference in the .var-iation of A 
with vdn /A for the two stacks may be explained as -
	 - 
follows:	 The bends- in the S-shaped -stack.. represent a- -
15 
slight initial restriction so that with no nozzle restric-
tion on the end. ' of the stack a slightly larger effective 
value of vd n/A exists for this stack than for the 25-
inch stack. Although . the effective area is large enough 
that no loss in power is experienced, it is apparent that 
the addition of a nozzle with its. attendant pressure drop 
will cause a loss in power with less decrease in area than 
for the straight stack. As the nozzle area decreases, the 
effect of the inherent stack restriction is decreased with 
the result that a gradual transition occurs
	 For greatly 
decreased nozzle areas the effect of initial restriction 
becomes negligible and the power loss approaches that for 
the straight stack. 
'.The values of vdn/A at which the engine just begins 
to lose power were taken by inspection from 'figure 10 and 
are plotted against p 0 /p	 in figure 5(a). They are 
represented by the curve
	 = 0. The corresponding curve 
for the 25-inch stack is also given in order to show the 
effect of bends on the va lue of vdn/A at which a loss 
in engine power begins. 
Values of Anv obtained from figure 9 are plotted 
against vdn/A for constant values of p 0 /.p M in figure 11. 
A comparison of figures 10 and 11 shows that, as vdn /A is 
increased, a loss in engine power occurs before there is a 
loss in volumetric efficiency. The values of AO and 
An v
 at	 = 0.2 were obtained by extrapolating the 
curves in figures 8 and 9. 
The foregoing discussion als
	 p-lies	 general-to the gO bend and the 180 0
 bend, which gave re,.1.:c to 
those obtained for the S-shaped stack. The varas curves 
for the 90 0
 and 180° bends are given-in-the fo11wing figures: 
Q°  bend	 1LO0 bend 
Ve against poA/Me	
.	 4(a) 
vd n / A against	 o/m	 :	 5(b)	 5(c) 
Of 
e0ff against PoA/Me	 .6(b)	 6(c) 
against Pc/Pm
	
12	 16 
	
against P0/Pm
	
13	 -- 
	
AØ against vdn/A
	
14	 17 
against Vdfl/A
	
15	 --
The curves of rh, and Anv for the 180 0
 bend have been 
omitted in order to reduce the.nurnber of figures.
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The maximum net gain in thrust horsepower for a 
given set of conditions is approximately the same for 
these three stacks, although the required nozzle area 
will vary slightly for the different stacks. 
A comparison of figuies 8, 12, and 16 with the 
cory
	
lcesponing curves fpr the 25-inch straight stack. 
show that corresponding values of	 for the unrei. 
stricted stack condition agree fairly well. The dis-
agreement is greatest at low engine speeds and at 
= 1.0. Since the scatter appearsto be random, 
it is believed-to be due to experimental error and to 
changes in the engine, which was overhauled several 
times during the tests. 
The Effect of Stack Length on Engine Power 
The 44-inch straight stack.- The -values of 0 and 
AO for a straight exhaust stack 44 inches long are shown 
in figures 18 and 19, respectively. The scatter of data 
makes it difficul,t to determine how AO varies in the 
region where a loss in power ber1n.s (fig. 19). A critical 
value of vdz/A was obtained by fairing two straight lines 
through each plot and considering the point of intersection 
at A = 0 as the critical value. A similar treatment was 
made (reference 1) for the 25-inch stack. The apparent 
value of vn/A at which a loss in engine power just occurs 
is much hig
,
er for these straight stacks than f.or.bent 
stacks but the transition to the region of power loss is 
much sharper for straight stacks.	 - 
The critical values of vdn/A for the 44-inch and 
the 25-inch straight stacks are shown in figure 5(d). The 
differences between the critical values of vdn/A for 
these two stacks are well within the limits of probable 
experimental error. The values of 00 at corresponding 
conditions are approximately the same for the two stack 
lengths; thus, no change in engine power may be attributed 
to the increase in stack length on thebasis of the avail-
able data. No other effect on the performance of the jet-
propulsion system is to be expected with the 44-inch stack. 
As the exhaust stack length is increased, the effets 
of gas friction will tend to create higher mean pressures 
in the cylinder d.uing. the time that its volume is decreasing
17 
with a resulting loss in power. Resonance effects also 
become more important as the stack length increases. It 
is evident that there is a limit to the length of exhaust 
stack that may be used without an appreciable effect on 
power.
The 108-inch straight stack.- A straight exhaust 
stack 108 inches long was tested for its effect on engine 
power. Figure 20 shows the variation of 0 with engine 
speed for various nozzle areas and. at values of pO'p 
equal to 0.4, 0.7, arid 1.0. Corresponding curves are 
shown for the 25-inch stack at
	 o/m = 0.4 and 0.7. The 
curves for Po/Pm = 1.0 are not given for the 25-inch 
stack because of excessive scatter of the data. 
The effects of resonance between the natural frequency 
of pressure waves in the exhaust system and engine speed 
are appreciable and no correlation is obtained by plotting 0 and tt against p o'm and vdn/A, respectively. The 
long stack was found to have an adverse effect on engine 
power for most practical combinations of engine speed and 
nozzle area. 
As the ratio
	 o'm decreases,., the volume rate of

flow in the stack increases and the ,
 acoustic velocity is 
maintained at the nozzle exit for a longer period of time. 
No pulses being reflected in a gas' stream moving at the 
velocity of sound, the effects of resonance tend to de-
crease with
	 o'm' The difference in
	 for the long 
- -
 
and the short -stacks is. t.hen .mainly
- due tthe larger pres-
sure drops required by gas friction in the long stack. 
When a nozzle is placed on the. stack, pulses will be re-
flected by the surface representing the difference between 
stack area and nozzle exit area; thus, when the flow from 
the nozzle is mainly acoustic, resonance will occur with 
small nozzles and will tend to decrease as the nozzle exit 
area increases. The effects of a decrease in Po/Pm and 
an increase in nozzle area may be seen by inspection of 
figure 20. 
The Effect of a Branched Stack on Engine Power

The variation of
	 and tØ w i thPo /pm and
vdn/A, respectively, are shown for the branched stack in

figures 21 and 22. The values of 00 agree fairly well
18 
with corresponding values for the stacks previously 
discussed. The critical values of van/A are shown 
in figure 5(e). 
Although these tests of a single-cylinder engine 
indicate that the branched stack has no adverse effects 
bn engine power, it is not certain that this result will 
be: true when both legs of the stack are being used. 
•For example, it is known that if the two legs are 
connected to cylinders having an appreciable overlap in 
exhaust valve timing, a loss in power will result. Fur-
ther investigation with branched stacks on multicylinder 
engines is requiredbefore an accurate prediction of 
their effect on engine power can be made. 
CONCLUSIONS 
Based on test-stand measurement of exhaust-gas jet 
thrust and engine power for an 1820-0 . cylinder it is 
concluded that: 
1. The mean exhaust-gas jet velocity.obtained 
with individual exhaust stacks was not appreciably 
changed bythe addition of smooth bend . to . the exhaust 
stack or by changes in length up to at least. 4feet.. 
The curve previously obtained for the 25-inch straight 
stack maybe used to predict the thrust obtainable with 
stacks falling in the foregoingc1assification. 
2. The presence of smooth bends in individual ex-
haust stacks having no nozzle rostrictiorhad no appre-
ciable effect on engine power, although a loss in engine 
power.. occurred for less reduction in nozzle area with 
bent stacks than with straight stacks. 
3. The maximum total performance obtainable was 
not greatly affected by the use of bent stacks, although 
the correct nozzle area varied with the amount of bend 
employed.
	
.
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4	 .Increas3s of stack length up to Winches had 
no effect on en.gine power; a stack 108 inches long had 
an adverse effect on engine power for most practical 
combinations of nozzle exit area and engine speed.. 
Langley Memorial Aeronautical Laboratory, 
National Advisory Committee for Aeronautics, 
Langley Field, Va 
REFERENCE 
1	 Pinkol, Benjamin, Turner, L. Richard, and Voss, Fred: 
Design of Nozzles for the Individual Cylinder 
Exhaust Jet Pro pulsion System. NACA ACR, 
April 1941.
N AC A Fiy.	 I
a) 
(I) 
a) 
U, 
U 
U) 
a) L
N A CA
c=fr-
•,
1-
Mm
ii 
I 
II 
di 
\ I. I",
•	 S 
I	 ! 
'LL
'I 
ci) 
L 
0) 
ki
a) 
U, 
a, 
U, 
a, 
N 
N 
C 
C 
C 
> 
U) 
ci) 
rn 
N AC A	 Fig. 3 
U-
efflov"Vxv uoa, 
No 
MEMO 
MEN 
MEMO
IMMIMEREMEM 
MIMMUMMIMMEMI 
amuw*ivaaiiiaaaiaJ 
MOMMINEMINIM 
MEMIMMEMIN MEEMMEMEMINOMMINE 
IUIIaalaaiRaiia 
MIMMMIMMINEEMEME 
•auIIulaaIRuEa 
•uuaiiiiuiui
1 
OR MEMINOMME 
UIPllIaIRiiuIi: 
•iiiiiaiaiui.i
q) 
flACA	
'1g. 4a 
4fIO/M ,rat t-i,t5flsqxa 
NAGA
•iiii IIIII1R IUUt!I$UIIURRRI 
MEN MIMMEREMISION MEMO IMIMONIMMOMIN MENEM 0 MENOMINEE MEMEMINIMEMMEMIN M, MMMMSIMIMIMMEMMIMIMMMI 
MMOMMISMIMMEM NONE 
MEMEMEMIN MENE 
MMMIIMMMIFAMIMMIMMIMI MEMEMINS MENEM= MENEM MEN lEMMUMMI
•i,
 EIMEMMIMMIMI 
IIIIRR. MMMIMMIMIMMIEMMMIMMI
'I
'p
?•  4b I. 
I,... MEMO 
NEENE 
MEMO**0`1 
i (c) The 
__(1.5_sq_in.) 
20-inch straight stack 
with 
nozzle of constant'area' 
having the exit normal to axis and-beveled at^ 
W,ieI,  	 6.11A, :,,I. -
280 1 
24O( 
U:.. 
.1•4
200( 
Pp 
'-I 
4) 
0 
6160 1 
I X 1201 
80 1
) 
NACA
	
Pig. 40 
PO A /Me, fps 
Figure 4.- Concluded.. Variation of V . with p0 A/Me. 
Y-
 - 
_ 
- 
-SONIMM No
Reii 
200 
Id
ffoil 
20C
2	 .4	 .6	 .8	 1.0 
Po/Pm 
PLgU?e 5.- Variation of optimum values of 	 with p0/p. 
)TACL
	
Figs. 5a,b,c 
0 
E-. MENOMONEE 
MENEM -w-'00imm 
NONE 
— MEMO 
H__ UAI__ 
!InW)
Eq 
10 
JIPII 
0 
130 
ic
NACA
	
Pigs. 5&,e 
0	 .2	 .4 . 
. 6
	
.8	 1.0
Po/Pm 
Figure 5.- Concluded. Variation of optimum values of vjn/A with p0/p,. 
	-	
-,	 ,tA/Mg;PPS 
	
flg(ire 6.—	 or(I)errwi M , .A/Me. 
NACA
. 
l
MMMMMMMEMOMMMM 
MMMMMMMMEIR21,609 
mmummmmmummomm 
H, WIMMUMMIEffillwobw 
ml=kwvmMmm 
MENSOMMEMEEMEN 
MOMMOMMEMEMEME 
MENOWNEMEMMEN 
EMEMEMOSEEMEN 
•
mammasommommom _ 
MMEMEEMN
 
mimlom mm 
MENN mommommom 
MEMICS"EMEMOMMEN 
MEMENOMMEMEME 
MEMMUNDEMEME 
m ME  0.q- 0 
ommmommommmu 
U V1It 'UI • _
rig. B 
V
ánph) 
I) 
200	 .85 
330	 .85 
0ØT0 
*LøT=max 
o'rn (in.
PM 
Hg ab
.)  
.2
-
45 
7.-
T -8 30 
1.0
30
100	 200	 300	 400 
van/A, fps 
.7 
.6 
'+4 
a, 
($4
l5 
0 
C) 
rl•6 
C) 
4' 
C) 
a, 
w 
•1•4 
C) 
a, 
($4 
4-4
.5
0
NACA
	
Pig. 7 
Figure 7.- Variation of effective brake specific fuel consumption with 
Vdfl/A for stack having S-shape, Airplane velocity = 350 miles 
per hour;
NONE No 
NOMMNEEM I 
MEMMEME 
EMEMEMEME 
MMMMmMmmM 
onSW F 
..u.I.Ii 
MEMO mol 
EMMEMEEME
,P.'!?,,
Noz.z Ito OreC.5q ,fl. 
o	 4.o 
0----
-- 1.77 
- 
4	 .	 .8	 1.0 
Am 
7re a - W7I-,t7/'IonoP 0 w,//', andno.cz/e os-eQ QI con.s,Qnt e/79,7e -speeds 
Pop' SJ'QCA' hcvrnq -ihope.
NACA
	
Fig. a 
NACA 
8 . 	 .1	 .6	 .8	 /0 
'9/1% 
ñqir _Vcr,atibn of v/c'rnefr,2 effivèncy 7/ wiTh	 and nozzle o-e Q
C,' cofl3/Qfl/ a'q,ie speeds for /oc#f lav/g S-3hape. 
--
-- 
__Eiespe'a'_ I
I.3a' rpm
- IIIIIIII IIIIz 
— - --.9------- --+H-F- - — 
- - 
-- -' -i-- -- -- — 
IL.. ______
to
--
- — - — — - — - - _ rpci' - 
IIIIII±I 1111111 
--- 
-- 
------ 
.2	 4	 .6	 .8	 1.0 ::_____
. 
- - -— b— /700 rpcn -
Nozzle area q in.
: 
IT 
 c) .s 
•1.)
NACA Tis. 1011 
(.1	 •jQ(J 
•	
_41 
Fi,c're/4-Vo-ioon or
	 -i" 
for tqckhav4?9 S- shape
U	 flJ()
	 CV0	 JQQ 
F 9 //.4or,o6O17
 of, wih v1i,/M 
t'r 5f0CA /icvnq 5- shape. 
MEMO MEMO 
•••u••• MENEM 
MEMMEM11 0, i 
MEMEMSEENI, u 
14 
IMMIMME.
,
ON 
wqh,
IMME. Ikl.h M ••••••u• No IME. 
MENNEN - MU MEMEMELIFIEN 
EMEMEMMISM EMMEMEMiia 
MEMEMEMS MEMEMEMEii 
I mb, 
IMMEMIL". 
0 0 
MEN
ME 
ME MEMME MEN 
MEMMEMEEM 
MEMEMEME
MEMEMEME 
MEMEMMIMEM 
MENOMONEE MENOMONEE L. I ILUI SEEM ME MENNEN ME 
MENNEN no MENOMONEE 
MEMEMEMIS MEMEMMEME 
MEMMEMMIME NONE MEi 
N!!..I 'iM 
MENEM s MENNENs 
No MEN M MENNEN•u•
C 
I
C 
--
C 
—4
NACA	 Fisr. 12 
2	 6	 .8	 1.0 
/vre /, VQP/o//bn of 0
	
h	 017a' /czz/e 0'- a at	 t eigie speeds 
tot- ..stac4- ha#ng 30 °bena'.
NAA 
1 J!. 
Emm"S 
muIUII
MMMMMEVSM 
I1II 
mmmmmwilim 
mmMMMMMHIM 
Emmmmmmalm
I 
EMMEMEN 
EMEMENE• 
EMMEMEMS 
mm'somkim 
"I...,.' 
III...... 
MEEMENER 11EINEENINEE 0 
IUlIII 
MENEENIAME 
mmmmmmmmm 
II.'..'-
'II.'.'.' 
EWE 
MENEEM
IBM
It 
.8 
,.' 
I
VY 
..' 
Q) 
/C 
.9
-I. 
EmmuIII 
M-I..,'. 
MEMEM...' 
MEMEMEU_ 
MEMEMEMER 
MEMEMEMEI 
'II.'..'. 
0 mumms 
MEEMEMEME1 
INNINEMEME 
MESIS.A.E 
No mummm 
MENNOME 
•
I 
• IUU.UIIII 
mmmmmmm1 
MENOMONEE 
• ENEENEEME 
ENCE No 
NEENE11-0 
III..'... 
1.0 
iv M'zz/e -7,-ew, Sq/n. 
o	 4O 
A-/.77 
.e	 .4	 .6	 .8	 1.0	 1-----/ ..33 
X— --.91 
of' vo/cicr?e fr/c euu/ci'ncy i., w;,44,0 /p and nozzle area 
(V consta'rn' eiqihe .speeds fbr .5icck 1;0X1175? 9O /je/a'. 
Figs . 14.15 
m MENEM 
MMMMMOMEM 
Emmmmmmmm 
MEMEMEMEN 
MWO 
MEMEMELDso NOMEMEMOVE mmMMmmmlhAk9 SOMMEMEM 
M-. r.. IME MR. ME EMEMEMS'affim 
IMEMEMMILIM, NEMEMNEW EMENOMMIME 
IUIRUUEII
Vinps 
Pgure /S.Vor/27 t/an of A wTh4 i,n/A 
ioi- JtQk ha *4 -
 
9O'bed. for 5tcck boy,>79 90 be'71.
I' 
C 
I' 
IC 
I' 
rd 
I 
IN
0. 
LE
MIMENIMMINEW 
MPhzIN- 
MENEMu. 
aEu moons v 
OWMEENOWIME 
MIMMINIMMINAM 
MINIMMINIME1 
MIMMINIMMINEW 
===ME 
MENIMEMINIM 
IMPPMEMINIME 
Now-, 3,; No 
Emmmommom 
mummum S", 
MIMINEIMENSM 
MIMMINIMEMISS 
iii...... 
===ME 
• MENOMONEE 
M
-ii.. 
ltmqcnqiwwm 
MENIMMENNE 
MMIMIMIEEMINN 
MEN MEN 
MEMSEIRSi 
• Emmommilimi sm _
Fig. Is 
0
/00 O
!UUUR I 
.2	 4	 .6	 .8	 40 
Nozzle c,wo 59/fl. 
0	 420 
+--- 1•33 
16-
	
	
of 0 wó½	 crIo7ozz le area oi' c3?'cnt e,7grne 3p4 
1b- siW# tvvrng oôea 
Hl
yèn/A,fps
XACA
	
FIg. 1? 
mMMMMwMMM 
mMMMMMm 
mMMMMMMmM 
MMOMMMMEM 
MEMMMMMME 
mim MEN 
MENOMONEE 
EMMEEMENE 
MOMEEMEEM 
MMEMOMMEM 
MOMMEMMEM,
a	 300 400 
(ngine s1oeeti;pi;, 
/300 
* ,,j.00 
Q/700 
0 /900 
O2/00 
/7- Vor/o' of d 0 w; i h r., n/A ,',- .scck hov,ng 180 'bend. 
MEMM 
ME-R-somm 
Masan MINMADNINIM ml 
MMMlMMI'Q.%x 
EMINIMINIMMINE, 
EMMMIMIMMRA 
mmommmmimS 
EMINIMINIMINIMIN 
W.IMMMMIMMI 
ENWZN^iEm MINIMMINOMINIM 
MEMO 
MINIMINIMI ,
ININ 
SIM 
MINIMMINIMMIS 
Emmmmmmmml 
MINIMMINIMINIMIN 
MINIMININIMMININ 
mmmm 
—U...... 
U 
0 
No
v	 p No 
ONIN 
MINIMININEIR UiUi 
Em9m IME 
MOMMINIMME 
MINNIMMINIMMIN
Ii 
vJ --
"I-
U
/oo rpF?7 
mmmommmmmi 
4	 £	 .8	 1.0 
Pd?,,,
ore a,5qrn. 
0	 4O 
- 
-• -2.24 
.2	 4 	 1-0 
Pfrwe	 &iWn of' $ w,/h p p ordno,.,k a,-e,7 a coci.sldlln' e/7qrne. 
spee& i- 44wc/i  
)1ACA
	 Fig. 19 
4 
I
MEMO MEN MEMEMh9-6so 
EMEEMMEEN 
a . 
•
MEME 
•UUURILUI• MEMMENIES MENOMONEE MEMEMEMME W.mrmm 
'a....—. MEMENEW14M EMEMEMENIII 
MEMMEMEMS
•...'...a 
momm Now MEMO 
•
"I...... 
mommomms' MEMEMMEMS0 EMEMOMMEN I
0	 /00	 IX	 J00	 4 
n/A, fps 
(n?e speea i-pm 
A /J0O 
o /700
/900
0 000 
/00	 100	 300	 400 
vn/Afps 
/9. — Vov-o/x1'7 ota' w't/7 v., n/A for 41,chsfrc,h/ ick. 
0 K wil Mae ORO. 
mommmomm EMOMMEMEN MOMEMEME 
MEMEMEN U..,—. 
a-
--
JACA
	 hg. 21 
MENOMONEE 
ME 
NOON 
mo-
M.. 0 
mommok mmommomilm I 
MEEMEMEM 
MEMEEMEME 
moln0m.
" 
MENEMEW 0 
NONSENSE 
MENOMONEE 
MEMEMEMEu 
mmmm 
MEMEMEMEM 
I 
.9 0 MEMO& 
MMMMMMMw-m 
MEMMEMEMS 
MEMMEMEM 
'Emoommool
.8	 1.0
MENEM MEN 
MEMEMEMEM 
MMZ0172140' 
MMESURNSE 
Emammommu 
IMMEMMENEW
 Oman
l
ON 
MEMEMMIms 
IMMEMINEEME 
111111111 
IIIIII• 
Em -I 
MEMEMEEM 
MENEM No 
!UII!!INU
/v'ozz/e Qreo1 S? fr. 
p	 4.20 
A - 	 - /.77 
1g;;9()p 2/... Vat/S/on of 0 fry/fl? pO/k/ ,,oze/e Q#O 0?' cons/out ene 
4oeeds ,'b,-4pc#e 
IAeA	 Via. 22
I
^ MEN 
.u.._.• 
mommenom ..a.... 
•..U.... MMMMMMENM 
••••••• 
MENOMONEE
.......• 
U.N...... 
MOMMMMENE MEMEMEMEM 
MEMO MISamM 
mommomN NONE 
MEMEMER' . 0 
anomm
. 
MEMEMENIPLE 
........•
MEMMEMMEM 
MENOMONEE 
MENOMONEE •••U•.0 
.	 •	 - 
ME x 1300 
MENOMONEE: 
mmommomm
.: 02/00 
MEMEMEME ^6
-0	 IX	 ow	 Joo 
r,n/A, fps 
flgc,ê.— .t,i"icv' O/'A# w,"h v.,171A fo/-brQs'7cied5v'oc*. 
